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CHAPTER 8

A POSSIBLE APPROACH TO THE CONCEPT OF MOBILITY 
AND TWO CASE STUDIES: THE MARÉ AND THE  
COMPLEXO DO ALEMÃO FAVELAS

Jailson de Souza Silva1

 Eliana Souza Silva2

Renato Balbim3 
Cleandro Krause4 

1 INTRODUCTION 

Participating in this collective project, which aims to reflect on the topic of urban 
mobility in a systemic manner has prompted us to understand urban space as a 
totality in constant production, a highly complex system of objects and actions 
and their multiple values. 

The topic of mobility is addressed here on the basis of actions and studies 
that we – Jailson de Souza Silva and Eliana Souza Silva – have undertaken with 
slum dwellers and residents of poor outlying urban areas, focused on the right 
to the city. In fact, our social origins, professional experiences and socio-political 
activities carried us through the following urban territories: the University, where 
we work professionally; favelas, where we come from and still serve as activists; 
and the South Zone,5 where we currently live; in addition to civil service positions 
in government entities, etc. We thus believe that, as defined by Jailson de Souza, 
Jorge Barbosa and Marcus Faustini (2013), we are typical “new cariocas”: people 
eager to live in and experience Rio de Janeiro as fully as possible, being endowed 
with full rights to access the entire set of amenities, facilities, services and territories 
that constitute this urban social world.

1. PhD in education sociology; associate professor at the Fluminense Federal University, founder and director at the
Observatório de Favelas. 
2. PhD in social work; director at the University-Communities Division, DIUC, PR-5, Rio de Janeiro Federal University
(UFRJ), founder of the Redes de Desenvolvimento da Maré. 
3. Tenured researcher at the Department of Regional, Urban and Environmental​ Studies and Policies, Institute for Applied
Economic Research.
4. Tenured researcher at the Department of Regional, Urban and Environmental​ Studies and Policies, Institute for Ap-
plied Economic Research. 
5. A wealthy area with the highest Human Development Index (HDI) ratings in Rio de Janeiro. 
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Two “ultra-new “cariocas” made contributions to the analyses and conclusions 
presented here: Ipea researchers Renato Balbim and Cleandro Krause. Balbim and 
Krause formed the team conducting research in the Complexo do Alemão during 
an urban upgrade project, especially for the implementation of the first cable car 
in Brazil to be used for public transportation. Their surveys with local residents 
on symbolic representation of mobility highlight the importance of this topic for 
understanding the quality of mobility in diversity and multiplicity of cities. 

The key concern of everyone involved was to contribute to the present pub-
lication, particularly in view of its plurality of authors, by presenting an unusual 
concept of the “right of the city”, one that encompasses the right to mobility. We 
prepared a paper in which we list (in the next section) conceptual proposals on 
what has been guiding our reflections on mobility and that, to a certain extent, been 
guiding our socio-political interventions and studies of the territories where we act. 

 This text is written more in the style of an essay, rather than a traditional 
academic paper, because – other than the topic and the foundation of everyday 
life underlying the analysis – we have striven for many years to write for a public 
extending beyond that of our peers in universities and research centers. Although 
the language we use is no less precise, there is more concern for fluidity and 
understanding among readers, with no loss of accuracy, which is the paramount 
value of academic papers. 

In Section 3, we present a sample survey conducted in the Maré favela, 
exploring mobility among its residents.6 In this item, we highlight the data, to-
gether with a synthesized analysis of their physical mobility. This allows readers 
to add their own independent views and analyzes of this topic. Consequently, 
this study provides original data on the topics selected for this book, gathering 
this information in the largest cluster of favelas in Rio de Janeiro – commonly 
known as the Maré – consisting of sixteen poor communities running alongside 
the Avenida Brazil in the Leopoldina district. The sprawling Maré complex is 
home to 129,700 people crammed into 41,000 homes, according to the 2010 
Census (IBGE)7, equivalent to some 9.3% of all slum dwellers in Rio de Janeiro, 
according to this Institute.8

6. See: Silva, Silva and Marinho (2014). 
7. The data released by the Brazilian Institute for Geography and Statistics (IBGE) do not include the Marcílio Dias 
community, which is among the sixteen areas indicated. 
8. According to IBGE, there were 1,393,314 people living in substandard settlements at 2,227 locations in 2010. Data 
obtained from: <http://biblioteca.ibge.gov.br/visualizacao/periodicos/92/cd_2010_aglomerados_subnormais.pdf>.

http://biblioteca.ibge.gov.br/visualizacao/periodicos/92/cd_2010_aglomerados_subnormais.pdf
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The Maré research project was conducted in 2014 by three Civil Society  
Organizations in the Public Interest (Oscips):9 Maré Networks (Redes da Maré),10 
Favela Observatory (Observatório de Favelas)11 and the Centre for Excellence and 
Innovation in the Automotive Industry (Ceiia).12 Among other valuable informa-
tion, the survey shows very limited movements for its residents throughout the city 
as a whole, confirming the extent to which the dynamics of public transportation 
functions and symbolic urban barriers have historically contributed to this low 
circulation level, which we underscore in our reflections on mobility. 

As an empirical and methodological counterpart to the Maré sample survey, 
Section 4 presents a study conducted by Ipea in the Alemão slum complex, using the 
focus group technique in order to obtain the symbolic content and representations 
of the future of these communities through the eyes of their residents, together 
with expectations prompted by new public transportation facilities either promised 
and/or being implemented at the time of the survey in 2010. It is important to 
note that, in contrast to the Alemão slum complex, the Maré cluster has not yet 
benefited from any urban interventions that are as comprehensive and concentrated. 

We sincerely hope that the proposals listed here will add to those made by 
the other authors of this book, presenting a view of the city that is comprehensive, 
engaged and propositional in this collective work, affirming the right of all its 
residents to full mobility.

2 RIGHT TO URBAN MOBILITY 

The current concept of mobility is commonly used to define two types of move-
ments: physical mobility consisting of citizens moving through its territories; and 
social mobility, reflected in increasing or decreasing social and economic status. 
Having confirmed these objective processes, their causes must be sought, to-
gether with their consequences and/or impacts, among other aspects. Although 
we understand and acknowledge the importance of these concepts, we believe 
that the concept of mobility must be expanded, as addressed in this collective 
work that encompasses mobility related to home and work, as well as migrations, 

9. Portuguese acronym for Civil Society Organization in the Public Interest (Oscip).
10. The Maré Networks (Redes da Maré) is an institution working mainly in the sixteen low-income communities con-
stituting the Maré slum cluster since the 1990s, with projects structured on five core aspects: territorial development, 
knowledge production and communication, education, art and culture, and public safety, and security. 
11. The Favela Observatory (Observatório de Favelas) is an organization focused on the production of social technologies, 
concepts, methodologies related to urban policies that benefit slum dwellers and residents in poverty-stricken outlying areas. 
12. Centre for Excellence and Innovation in the Automotive Industry (Centro para a Excelência e Inovação na Indústria 
Automóvel – Ceiia), a Portuguese organization focused on the construction of technological innovations in the field 
of physical mobility. 
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etc. However, this must also encompass the entire process of belonging and the 
production of meetings among social beings in the polis/city. 

From this perspective, the city is perceived as a territory extending beyond its 
multiple economic, cultural, geographical and political definitions, with a plurality of 
encounters arising from the identity differences of subjects: the “us” and the “them”. In 
this sense, the main indicator of the level of complexity, wealth and cosmopolitanism  
of this unique living space is the intensity of the plurality of the meetings and possible 
links among its residents, and between these residents and the institutions forming 
the city – what Max Sorre (1984) defined as the life of relationships.

The assumption underlying the experiences of subjects in urban territories 
is what H. Lefebvre called the right to the city (1991). We believe that its deploy-
ment is based on three structuring rights from which most of the others derive: 
freedom to differ; conviviality; and equality in human dignity.

 We understand the right of freedom to differ as being the possibility of social 
beings living in compliance with the expressions of their own choices, individual 
preferences and objective belonging. This means that the state – as an institutional 
expression of the collective will and order – must ensure citizens the right to live 
as far as possible in compliance with the standpoint of authenticity affirmed by 
Rousseau (1999).

At the same time, the state must curtail individual rights under certain 
circumstances in order to protect collective rights. Aspects related to the scope of 
state, over the bodies, languages and other practices of individuals have been core 
aspects of social struggles at least since the French Revolution, especially in the 
contemporary world, where they continue to cause controversy to an even greater 
extent. Issues such as abortion, divorce, same-sex marriage, religious freedom, drug 
use, psychiatric hospitalization, parental rights and minimum wages, for example, 
split society and impose stresses on the state, prompting clashes, demonstrations 
and protests among different social groups and beings. 

The right to authenticity requires acknowledgement of the status of citizens 
by institutions, as they cannot be treated as mere functional subjects or prod-
ucts. For the same reason, the right to freedom extends beyond the standpoint 
of the individual, requiring the necessary acknowledgement and legitimation 
of differences, ensuring that social beings are not stigmatized or discriminated 
against because of their ethnic, social, geographical, sexual, racial, cultural and/
or economic characteristics. This specific right to the city thus requires moving 
away from the historical transformation of differences into hierarchical ways of 
reproducing inequality. In fact, we are still living in a social reality where being 
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black, female, disabled, homosexual, and/or living in slums or poor outlying 
areas imposes a broad range of constraints on the full exercise of fundamental 
rights in the city.

The right to conviviality is another core element in the right to the city, 
rooted in the third of the basic citizens’ rights established by the French Revo-
lution: fraternity, the least understood and most rarely discussed of them all,  
according to A. Badiou (2012). We understand conviviality as meaning the need 
for institutions – from families through to the state, encompassing schools, reli-
gions and political parties – to ensure that people’s humanity is acknowledged, 
legitimized, protected and stimulated. Moving beyond the Hobbesian view that 
man is a wolf to man (homo homini lupus), conviviality requires people to be 
taught to respect and legitimize the choices and practices of others, even though 
they might not agree with them. 

Extending beyond mere tolerance of differences, conviviality implies creat-
ing mechanisms of solidarity and civility that contribute to the well-being of all, 
similar to the solidarity of networks and on-site events, defined by Milton Santos 
as the place where solidarity occurs. 

This conviviality, these on-site actions of solidarity, define modes and uses, 
generating many different values: cultural, economic, social, anthropological etc., 
which are symbolically appropriated. Within this context, and taking the reality 
of a favela as an example, public facilities and government infrastructure are in-
tegral elements of a place, and must be upheld through the acknowledgement of 
their public nature, and remain open to, and designated for, all citizens. This also 
includes the immaterial factors of regulations that address the use of these spaces 
and their practices by different and distinct citizens. Specifically, this entails the 
protection of the more vulnerable among them – especially children, the elderly 
and the disabled – while also encouraging brotherly and civilized treatment of 
possible differences in values. 

This is why everyday contact with different individuals is vital. Consequently, 
the more plural a territory in economic, cultural, educational, social, ethnic and 
age-related terms, the more inventive, plural and democratic it can be, with 
tighter-knit networks of solidarity, complementarity and conviviality. In order 
to achieve this, institutions must take steps to strengthen human and social links 
without losing the necessary respect for the individual freedom of their subjects. 

In terms of the right to equality it is necessary to move beyond the classic views 
that have long guided the sociopolitical and economic propositions. In fact, the 
acceptance of inequality by liberals as a natural state has been questioned, mainly 
from a Marxist perspective on individual control of asset ownership. Concerns 
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over curtailing the freedom of individuals in order to ensure that they do not 
exploit workers, for example, have become more important than ensuring the 
well-being and potential inventive powers for all.13 This situation has resulted in 
the construction of totalitarian regimes dominated by state mechanisms designed 
to shape, repress and harm human individuality. 

The failure of socialist experiments does not mean accepting the oppression 
and exploitation that characterize inequality as a natural element of the capitalist 
order. Addressing this dilemma in an innovative manner means acknowledging 
that the assumption of the equality in today’s world may not be upheld simply 
by economic logic, but should rather be based on ethics: society must strive to 
ensure a basic level of equality for all citizens, underpinned by the principle of 
human dignity and materialized through guaranteeing fundamental individual 
rights. Naturally, this level of dignity and rights is historical, constantly reshaped 
by social, economic and cultural development processes. 

Two examples of this proposition are presented here, one negative and the 
other positive. First, on the positive side, through actions undertaken by federal, 
state and municipal governments in Brazil, the state has invested around R$ 1 
billion in upgrading the Alemão slum complex, which is the second largest cluster 
of favelas in Rio de Janeiro. This process included the construction of a cable car 
that was not among the requests of local residents, costing around R$ 300 million. 
On the other hand, only 30% of this complex has basic sanitation, which is a long-
standing demand among its residents. The funding spent on the cable car could 
have solved many, if not all, of the local sanitation problems. If the intention of 
the state entities was to ensure the dignity of these residents, their demands should 
have been heard and the core purpose of the intervention would have responded 
to these needs. 

Another example illustrating the right to equality through human dignity is 
apparent in the Bolsa Familia cash transfer program through family allowances. 
This income transfer policy set up by the Federal Government is intended to 
ensure a minimum income for the poorest families in Brazil, currently assisting 
some 20% of the Brazilian population. However, a significant segment of local 
public opinion, particularly among the wealthiest sectors, has adopted a discourse 
that is deeply critical of this program, claiming that it turns its beneficiaries 
into “layabouts” and “parasites”. In this case, the responsibility of the state for 
ensuring minimum conditions needed for the survival of needy citizens is not  
appreciated or even acknowledged. These examples demonstrate how the battle 

13. This refers to the the ability of individuals to use their entire potential in order to experience their rights and pos-
sibilities to the fullest extent.
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for the acknowledgement of the universal right to human dignity is still being 
fought in Brazil at the level of the state as well as within society. 

The right to urban mobility – which is the cornerstone topic of this chapter –  
is a material expression of the three structuring rights described above. Under the 
proposition that we present, mobility is assured through a set of access options 
to many different types of facilities, amenities and experiences throughout the 
city. Physical mobility, meaning the dynamic of everyday movements of subjects 
through the city by means of transportation, is certainly an important structural 
condition, although merely preliminary, to ensure the right to full mobility for 
everyone in the city. Curtailing this mobility may foster the replication of inequal-
ity, with urban space relegated to the status of a commodity. 

In this case, there is clear acknowledgement of urban territory with the status 
of a commodity to be exploited by capital, rather than as a living space replete 
with experiences, personal predilections and subjective preferences. There are two 
assumptions, the first, hegemonic, is that the city should exist in order to reproduce 
capital, with urban territories organized in ways that rank them by an economic 
logic; in complete contrast, the other assumption acknowledges the polis as a mate-
rial expression of the lives of its residents. Past experiences, the history and memory 
of settlements, individual links to places and the ways in which they expressed the 
signification of this belonging are affirmed and defended by advocates urging the 
assumption of the right of the city as the foundation of urban social life. 

Considered as a commodity, the city will gradually become a place of social 
and economic barriers where pluralities of experiences, social, cultural, economic 
and educational conditions are suppressed, clustering into territories that are home 
to the “same,” offering little contact with “others,” generally limited to the tightly 
tiered framework of the world of work. 

However, there is another way in which the city can be considered and 
experienced, based on the assumption of acknowledging that all citizens must be 
ensured the full right to explore and experience its entire area, public facilities and 
amenities, building up use values instead of simply exchange values. We call this 
the right to symbolic mobility – and it is not a trivial matter. 

The fact that cultural centers, malls, art galleries, universities or poor neigh-
borhoods such as the favelas, for example, are public areas in all their diversity 
does not imply a widespread feeling that everyone can go there freely. This is due 
not only to subjective constraints mentioned by the subjects, but also objective 
and/or symbolic devices that offer access to certain social areas only for people 
complying with certain entry requirements. 
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There is an entire set of experiences in Rio de Janeiro demonstrating con-
straints and controls on space, particularly malls and certain neighborhoods. Two 
occurrences highlighted these restrictions. The first took place during the early years 
of this century, led by militants belonging to the Homeless Workers Movement 
(MTST) in Rio de Janeiro: eager to headline their struggle to obtain land in the 
still largely rural West Zone, under the leadership of an activist known as Erick, 
dozens of women and children belonging to this movement swarmed through a 
mall in the chic South Zone. The presence of these shabbily-clad people, clearly 
poor and with a social and ethnic profile typical of dwellers in poor settlements, 
prompted widespread discomfort, with stores closing and security guards moving 
into action while the police were called. When asked what they were doing there, 
the people said simply that they had gone to the mall to just wander around, as 
this was a public area – or maybe not? By the time they had eaten their (cheap) 
mortadella sandwiches (brought from home) in the food court, these “demonstra-
tors” had hit the headlines throughout Brazil.

 A not-dissimilar experience has been occurring, mainly in Rio de Janeiro 
and São Paulo, since 2013 onwards, known as rolezinho flash mobs: hundreds of 
youngsters (mostly from poor outlying areas) converge where they are often seen 
as threats, subject to a wide variety of constraints and embarrassments. 

 Similar problems have also been identified among students entering public 
universities under racial quota policies. Surveys have shown that there are no effec-
tive differences in performance between quota students and others at graduation. 
Clearly prejudiced allegations that they will lower the level of excellence of public 
universities still echo loudly through their halls, even among researchers who use 
scientific approaches to legitimize their positions in academic and social circles. In 
this case, objective data and fact-based judgments are completely ignored. 

 From this standpoint, two other assumptions related to the arrangement of 
urban space/time also curtail full right to mobility. One arises from the utilitarian 
and productivistic view directing the distribution of public transportation in Rio 
de Janeiro. Because of this view, regulatory agencies allow private operators – of 
modes such as ferryboats, buses and the subway – to cease rendering their services 
after specific times of night. This has broad-ranging adverse effects on the right 
to recreation and culture for example, especially among young people living in 
outlying areas. The assumption is that public means of transportation are provided 
for workers, mainly those employed during the day, rather than for citizens in a 
wider sense.
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 Over the past few decades, especially since the military dictatorship, the 
Brazilian state has assigned high priority to individual transportation, or public 
transportation routes that mainly traverse more prosperous neighborhoods. 
This is undoubtedly another factor that has deepened segregation and curtailed 
the right to the city for many segments of its population. Examples include 
the lack of a rail transportation option on the Rio-Niterói Bridge (1974); the 
construction of the Yellow Line Expressway (1997) for individual road transpor-
tation, rather than a subway, which was a project viewed as mandatory by the 
government for the XV Pan-American Games  (2007); the decision to build a 
subway line out to the Barra da Tijuca district, home to around 300,000 largely 
middle-class people (inauguration scheduled for 2016) instead of turning the 
train network in the Baixada Fluminense into a subway system serving around 
3.7 million people living in these outlying municipalities that are among the 
poorest areas in the Rio de Janeiro metropolitan region.14 

These examples show that physical mobility policies in Rio de Janeiro, as 
well as other major Brazilian towns and cities, will become more democratized 
only when these policies acknowledge the importance of symbolic mobility 
for all throughout in the city. Once this is established, public transportation 
will no longer be just ways of moving from specific locations – the “same” – to 
other equally specific places, but will rather become tools fostering cultural 
encounters throughout the city, between the “us” and the “them”, the “others”, 
the “different”. 

To complete this section, we believe that the issue of mobility, in its full 
scope, is for projecting the construction of a more humane, fraternal and fair 
city. However, in order to achieve this, steadily increasing public transportation 
facilities – the path urged by all those pursuing a sustainable polis – will not be 
enough. At the same time, we must also make progress on ensuring the rights 
of all, particularly people living in areas that are remote in social, economic and 
geographical terms, to access the services, amenities, and facilities offered by the 
city in its entirety. To do so, we have to advance in terms of ensuring educational, 
cultural, economic and social mobility – and should we fail to do so, we will 
continue to live in a city where state and market resources are distributed in ways 
that replicate inequality and impose tighter constraints on the individual rights 
of low-income social groups. 

14. See: Demographic Census, Brazilian Institute for Geography and Statistics (IBGE). 
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3 �BASIC REMARKS ON THE MARÉ SLUM CLUSTER AND THE LOCAL SURVEY 
ON PHYSICAL MOBILITY

3.1 Exploring the urban rights of Maré residents

During the past few years, we have worked on several projects examining social 
practices and representations in Rio de Janeiro, together with their impacts on the 
lives of its slum dwellers.15 What has become apparent through these studies is that 
there are two basic paradigms for representing these areas and their residents. We 
define the first as a “paradigms of absence”: through socio-centric judgments,16 
low-income territories are characterized by what they do not have, their shortfalls 
and deficiencies.17 From this standpoint, slums will always be dominated by stop-
gaps and make-do solutions, fated to take on the characteristics of surrounding 
neighborhoods through the establishment of formal areas as a parameter. 

In turn, favela dwellers – especially young people – are viewed as potential 
criminals. As a result, actions addressing their needs focus on attempts to make 
them productive and useful for the market, generally for work in poorly-paid 
jobs requiring few skills. Even when educational and cultural activities are 
proposed in these areas, they are intended mainly to ensure closer compliance 
with the rational standards of the formal job market – rather than extending the 
repertoire, space and time of local residents – while encouraging the acceptance 
of the usual ways in which the urban world is organized, including its territorial 
and social barriers. 

Another possible way of construing the social practices found in favelas is 
what we define as a “paradigm of power”, through which we underscore the value of 
inventiveness underpinning the construction of solutions that ensure basic services, 
facilities and amenities for living in the city, together with multi-faceted aesthetic 
expressions from local residents prompted by their specific urban experiences. From 
this perspective, the structural constraints and problems found in favelas are not 
ignored or unknown. Instead, this perspective attempts to construct an approach 
grounded more on strategies for coping with the challenges presented by these areas, 
within a historical context of strong “hostility” from the state and the “superior 
circuit of the economy” (Santos, 2004) in relation to the demands of local residents.  
The long-established practices of people living in the Maré slum complex 
are good examples of this approach. Like many other slum dwellers in Rio 

15. Silva (2002; 2003); Silva and Barbosa (2005); Silva, Barbosa and Faustini (2013); Silva (2012). 
16. Socio-centrism is a specific way of analyzing the social world through parameters, judgment values and ways 
of organizing daily life that ignore possible meanings and directions in the practices and perceptions of other social 
groups. This view is generally characteristic of dominant social groups in relation to slum dwellers and people living in 
poor urban outskirts. 
17. Not by chance, the media and much of the population of Rio de Janeiro designate favelas in general as “underprivi-
leged or needy communities”, turning an adjective into a noun. 
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de Janeiro, over the past few decades they have managed to obtain a set of  
urban services, facilities and amenities that significantly enhance the quality 
of urban life in these communities, through political wheeling and dealing 
underpinned by grassroots mobilization drives – a real triumph, particularly 
when considering the stance generally adopted by the state and the formal 
market denying these rights. This steadily-improving access to urban rights can 
be divided into three generations:

1.	 The first generation of achievements dates back to the initial settlement 
of the community, characterized by struggles to remain on the land and 
obtain access to basic structural services such as water and electricity,  
streets and sidewalks, schools, day-care centers and health clinics.  
Although a necessary factor in this context, safety and security are rights 
that have been historically ignored by the state, leaving the way open for 
gangs to privatize control of public areas and hampering the right to free 
movement for local residents; 

2.	 The second generation of rights sought by slum dwellers pursuing their 
consolidation as places to live encompassed land ownership legaliza-
tion; expanded supplies of educational, healthcare and welfare services; 
improvements in infrastructure services; access to cultural amenities and 
vocational training facilities; and more orderly battles urging greater 
respect for human rights. 

3.	 The third generation of struggles by local leaders and grassroots or-
ganizations is focused on the construction of integrated development 
processes that include the rights to full mobility and public safety for 
citizens; conditions ensuring access to art and artistic output; and, in 
brief, acknowledgement as subjects endowed with full rights in the city, 
all without ceasing to appreciate the value of earlier accomplishments. 

This process is expressed through the ways in which local residents, together with 
other slum dwellers, are affirming their status to an increasing extent as political players 
in the city who construct repertoires, provisions, deployments and strategies that allow 
them to contribute to the construction of a fully democratic and humane city. 

3.2 Sample survey of physical mobility in the Maré slum cluster

Within the context outlined above, the mobility survey conducted in the Maré 
slum complex attempts to understand how its residents assure their right to move 
around freely in fifteen of its sixteen communities, and in the city as a whole.  
This study is encompassed by the production of knowledge of this region under-
taken since the 1990s by members of two organizations: the Redes da Maré and 
the Observatório de Favela. 
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Although located strategically within the city and cut through by three main 
thoroughfares (Avenida Brasil, the Yellow Line and Red Line Expressways), this is 
not enough to ensure extended physical mobility for the residents of this region, 
in terms of access to the city as a whole, or even other low-income communities 
constituting the Maré complex.

From the standpoint of upgrading the mobility conditions of slum dwell-
ers in Rio de Janeiro, concern with this topic prompted the two organizations 
mentioned above to invest in an investigation of physical mobility in the Maré 
complex, through a partnership with the Centre for Excellence and Innovation 
in the Automobile Industry (Ceiia). This materialized in the form of a quantita-
tive survey18 that initially focused on gathering information on travel profiles in 
the Maré cluster and elsewhere in the city, together with the perceptions of local 
residents on this topic.

The findings of this survey – the first of its kind in the Maré complex – will 
be added to other ongoing initiatives, such as the Maré We Want Forum. Set up 
by sixteen residents’ associations and other local organizations, since 2009 the 
forum has been discussing and drawing up proposals that have been included in 
the construction of the Maré Territorial Development Plan.

The purpose of this sample survey was to identify mainly quantitative informa-
tion on the topic of urban mobility for local residents, focused on transportation 
options within this cluster of low-income communities and elsewhere in the city, 
while also exploring identification and perceptions of means of transportation. 
Conducted between April 5 and 18, 2014, the fieldwork encompassed fifteen of 
the favelas constituting the Maré cluster: Conjunto Esperança, Conjunto Pinheiros, 
Salsa e Merengue, Vila dos Pinheiros, Vila do João, Baixa do Sapateiro, Morro do 
Timbau, Conjunto Bento Ribeiro Dantas, Nova Maré, Nova Holanda, Parque 
Maré, Parque Rubens Vaz, Parque União, Roquete Pinto and Praia de Ramos.19 
The criteria for respondents to participate in the survey were: living in the Maré 
cluster and being over 16 years of age.

18. This urban mobility survey sampled in the Maré slum cluster (Amostra de Mobilidade Urbana na Maré) was scheduled 
for publication in April 2015, offering more detailed data and denser information on the methodology used and the 
dataset as a whole, together with a preliminary analysis. 
19. Although encompassed by the 30th Administrative Region, the Marcílio Dias community is not a formal part of 
the bairro Maré cluster and shares no geographical boundaries with its other communities, which was why it was not 
included in this study. 
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MAP 1
Favelas in the Maré cluster and data sampling areas

Source: Google Maps.
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The respondents in this non-probability sample study were selected through 
quotas, as this type of selection offers the benefit of more homogeneous groups 
that ensure the identification of all groups in the sample. In order to select par-
ticipants through quotas, the initial step was to identify the composition of the 
population by known characteristics, either assumed or estimated, that would be 
relevant for the topic and analysis. For the sample, the following characteristics 
were listed: the domicile, gender and age bracket of the respondent. The population 
information for each low-income community researched, other than gender and 
age bracket, was referenced to data drawn from the 2010 Demographic Census 
conducted by IBGE. 

For the domicile criterion, quotas were based on territories in the fifteen 
favelas in the Maré cluster examined by the survey, grouped into four collection 
areas for the purpose of presenting the findings. The definition of these data 
collection areas took into account their geographical locations and proximity. 
The proximity criterion observed the existence of main or secondary access 
roads channeling the convergence of commuter flows from each community 
and possible gaps in residential occupancy, resulting in these communities being 
grouped as follows 

Area 1: Nova Holanda, Parque Maré, Parque Rubens Vaz and Parque União. 

Area 2: Baixa do Sapateiro, Morro do Timbau, Conjunto Bento Ribeiro 
Dantas and Nova Maré. 

Area 3: Conjunto Esperança, Conjunto Pinheiros, Salsa e Merengue, Vila 
do Pinheiros and Vila do João. 

Area 4: Roquete Pinto and Praia de Ramos. 

Four respondent age brackets were defined: 16-24 years old; 25-44 years old; 
45-64 years old; 65 years old or more. 

Table 1 presents the total number of residents in the Maré cluster over 16 
years old, with totals by gender and age bracket, collection area and domicile. 

TABLE 1
Total number of residents in the maré cluster over 16 years old, with totals by gender 
and age bracket, collection area and domicile

Area
General Gender Age bracket

Maré Women Men 16-24 25-44 45-64 +65

Maré – overall 94,035 48,303 45,732 21,613 45,103 21,571 5,748

Area 1 – total 38,528 19,724 18,804 8,849 18,732 8,545 2,402

Nova Holanda 10,964 5,682 5,282 2,665 5,125 2,469 705

Parque Maré 8,920 4,617 4,303 2,014 4,104 2,099 703

Parque União 14,713 7,503 7,210 3,280 7,623 3,086 724

Rubens Vaz 3,931 1,922 2,009 890 1,880 891 270

(Continues)
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Area
General Gender Age bracket

Maré Women Men 16-24 25-44 45-64 +65

Area 2 – total 15,137 7,804 7,333 3,338 6,784 3,824 1,191

Baixa do Sapateiro 5,846 2,983 2,863 1,281 2,590 1,482 493

Conj. Bento R. Dantas 2,494 1,247 1,247 513 1,242 601 138

Morro do Timbau 4,821 2,545 2,276 942 2,077 1,319 483

Nova Maré 1,976 1,029 947 602 875 422 77

Area 3 – total 32,862 16,827 16,035 7,705 16,079 7,443 1,635

Conjunto Esperança 4,146 2,149 1,997 877 2,017 1,065 187

Conjunto Pinheiros 3,091 1,638 1,453 650 1,414 847 180

Salsa e Merengue 4,843 2,541 2,302 1,282 2,384 990 187

Vila do João 9,811 4,926 4,885 2,370 5,035 2,011 395

Vila do Pinheiros 10,971 5,573 5,398 2,526 5,229 2,530 686

Area 4 – total 7,508 3,948 3,560 1,721 3,508 1,759 520

Praia de Ramos 2,185 1,178 1,007 495 1,004 516 170

Roquete Pinto 5,323 2,770 2,553 1,226 2,504 1,243 350

Source: IBGE – Demographic Census, 2010.
Note: �The grouping of the census sectors in these favelas was handled by the Redes da Maré and Observatório de Favelas organizations.

Ten field researchers conducted interviews in all the classes of each collec-
tion area, with pro rata quota distribution. Table 2 shows the distribution of the 
interviews in each collection area by quota for domicile, gender and age bracket. 

CHART 2
Number of interviews by area and domicile, gender and age bracket

Area
Women Men Overall  

total 16-24 25-44 45-64 +65 16-24 25-44 45-64 +65

Area 1 – total 49 98 49 18 49 97 46 13 419

Nova Holanda 15 29 15 5 16 26 13 3 122

Parque Maré 11 21 12 6 10 21 10 3 94

Parque União 18 38 16 5 17 40 18 5 157

Rubens Vaz 5 10 6 2 6 10 5 2 46

Area 2 – total 44 88 56 21 43 85 49 15 401

Baixa do Sapateiro 17 31 22 8 17 34 18 7 154

Conj. Bento R. Dantas 7 17 9 3 7 15 9 2 69

Morro do Timbau 11 28 19 8 12 25 16 5 124

Nova Maré 9 12 6 2 7 11 6 1 54

Area 3 – total 50 95 52 14 46 96 49 10 412

Conjunto Esperança 7 12 9 2 6 15 6 2 59

Conjunto Pinheiros 4 9 7 2 4 9 5 1 41

Salsa e Merengue 8 15 7 2 8 13 6 1 60

Vila do João 14 28 15 3 14 28 15 2 119

Vila do Pinheiros 17 31 14 5 14 31 17 4 133

Area 4 – total 47 88 50 16 42 84 41 12 380

Praia de Ramos 13 26 17 6 12 24 13 4 115

Roquete Pinto 34 62 33 10 30 60 28 8 265

Maré – overall 190 369 207 69 180 362 185 50 1,612

Source: field research.

(Continued)



City and Movement: mobilities and interactions in urban development186 | 

3.3 �Synthesized analysis of the general findings of the urban mobility  
survey in the Maré cluster 

Used as a reference in this survey striving to identify means of transportation in 
the Maré slum cluster and outside its boundaries, exploring views of how the local 
population moves around, the word “mobility” attempts to simplify an understand-
ing of this study. For an across-the-board analysis of mobility in the Maré cluster, 
we feel it is necessary to understand the types of insertion, circulation and belong-
ing to social, cultural and consumption networks among respondents in the Maré 
complex and the city. Consequently, in this study, we present basic information 
on the transportation conditions for residents in this region, as it interacts with 
other parts of the city. 

The general reading of the research data leads to the inference that circulation 
in the city of Rio de Janeiro as a whole is an important and necessary practice for 
residents of the Maré cluster, finding that almost 87% of them rate this action is 
very important in their daily lives. The demand for transportation to other parts 
of the city is prompted mainly by commutes to and from work, as well as for 
recreation and study, all seeking access to public services viewed as better quality 
than those available in these communities, particularly those related to healthcare. 
Almost 47% of the respondents stated that they travelled outside this region on 
at least five days of the week. 

Looking at commuting times, almost 56% of the respondents spend up to 
half an hour travelling to or from the places that they access most frequently, while 
more than 14% state that a one-way commute takes at least an hour and a half. 
This is an interesting aspect finding; although this region is located close to the 
heart of the city, some eight kilometers from the CBD in the Centro district, this 
proximity still does not ensure shorter commute times. 

Another finding of this study is that more than 81% of the residents know 
how to ride bicycles, and almost 40% of residents own bicycles, noting that there 
are neighboring areas accessible by this means of transportation. However, there 
is a striking discrepancy between men and women using this means of transpor-
tation: 92.8% of the male respondents knew how to ride a bicycle, while almost 
70.6% of the women did not know how to do so. The data show that women 
will travel around the city and ride bicycles less than men, with older men riding 
them less than their younger counterparts. These phenomena are not prompted 
by any physical constraints, as almost 93% of the respondents stated all that there 
were no difficulties in this field. This indicates that this limitation is rooted in the 
characteristics of insertion in the world of work and the unfavorable conditions 
of public space in these favelas, both of which have negative consequences for the 
movements of women and seniors. 
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Along the same lines, it is particularly noteworthy that women travel around 
far less than men in the Maré cluster, which may indicate that gender relations still 
restrict women to their homes to a striking extent. This may stem from the need to 
take care of their offspring, and engaging in social practices that tend to be limited 
to their neighborhoods, such as working in local stores, shopping and getting to-
gether with others at meeting places such as churches. In this chart, 28.5% of the 
respondents – generally female and the elderly – stated that they travelled outside 
the Maré cluster no more than once a week. The extent to which elderly women 
move around the city is far lower than the average figure for these communities. 

It is important to stress that, despite the central location of the Maré slum 
cluster, the urban world of Rio de Janeiro is generally not easily accessible to its 
residents, with the data indicating objective constraints on physical mobility, espe-
cially among the elderly, who travel very little around the city with lives that tend 
to be limited to their home communities and neighborhoods. It is clear that the 
physically disabled are subject to even more severe constraints. Above all, it is well-
known that current public transportation and traffic conditions do not encourage 
movement around the city in general, to the extent that 36.5% of the respondents 
found no positive factors whatsoever when scoring the means of transportation used 
in their daily lives. A relevant fact in the demographic structure of Rio de Janeiro 
and Brazil is the rapidly ageing population. The need for integrated services with 
actions that extend mobility and encourage healthy lifestyles requires immediate 
investments to ensure that the senior citizens of the future are not forced to suffer 
the current constraints imposed on the daily lives of the elderly, not only in the 
Maré cluster but in other low-income communities as well. As people less eager to 
ride bicycles are found in this age bracket, it is clear that upgrading the conditions 
for the elderly to move around more freely must be addressed through upgrading 
the quality of streets in general, offering means of transportation appropriate for 
this age bracket. In this case, from the standpoint of physical mobility, improving 
comfort and safety levels for cyclists could significantly alter this chart, while also 
ushering in healthier and more sustainable lifestyles for the steadily expanding 
elderly population of Rio de Janeiro.

For the purposes of this study, it is important to note that more than a quarter 
of the respondents stated that the region they visit most frequently outside the 
Maré cluster is the neighboring Ramos district (which includes Bonsucesso), while 
almost half make frequent visits to districts in the Leopoldina Zone, of which  
the Maré cluster is a part. As these areas are easy to access by bicycle, it seems clear 
that investments in cycle paths linking these communities to neighboring areas 
could well introduce significant improvements in the quality of circulation for 
local residents, enhancing the core status of the Maré cluster in the Leopoldina 
region. Until the feasibility of the solution is assured, the installation of a network 
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of cycle paths and the bike-rental system in place elsewhere in the city in the Maré 
cluster and nearby areas would be a valuable public policy. These services could 
be particularly useful to more than 12% of the respondents who currently cover 
segments of their commutes on foot by choice. It seems to us that these people 
would tend to ride bicycles if they were able to do so, especially if they had access 
to safe streets and secure bicycle racks. 

Looking at local transportation conditions, an upsurge in the use of cars and 
motorcycles in the Maré cluster is well-known. This is also a matter that should 
be addressed by public policies, and particularly City Hall, through regulating 
the movements of these vehicles and ensuring adequate parking facilities. To an 
even greater extent, it would be important to introduce constraints on their use, 
in which case cycle paths and bicycle racks built alongside BRT (bus rapid transit) 
stops would be key factors for boosting bicycle use instead of driving automobiles. 
These urban facilities could pave the way for the progressive integration of different 
regions throughout the city through cycle paths integrated with other means of 
transportation, particularly trains, the subway, and BRT routes. 

The fact that significant numbers of people are afraid to ride bicycles under 
hostile street conditions in the Maré cluster and nearby areas is a relevant fac-
tor, showing that potential bicycle use (including electric cycles) could increase 
significantly if the government introduced a bold cycle path construction policy. 
Although very few respondents use bicycles regularly for transportation purposes, 
one out of every four would be interested in using this means of transportation if 
the objective conditions were favorable, particularly as this option would be faster, 
healthier and more nimble, with lower costs.

Building bike racks in commercial areas throughout the Maré cluster – especially  
close to core shopping areas in each of these low-income communities – would  
streamline circulation flows among them, while also boosting trading activities 
and discouraging the use of other means of transportation that threaten pedestrian 
safety, particularly motorcycles and automobiles. In fact, the data indicate that 
the population of Area 2 regularly visits shopping areas in Areas 1 and 3. These 
demands must be presented to City Hall in order to guide the construction of 
local cycle paths. 

A significant aspect is the relatively low percentage – under 45% – of re-
spondents with free travel passes or discount for public transportation. Further 
investigation is required to discover the reason for this low use of public transpor-
tation subsidies. This may be due to the fact that few people travel distances that 
justify the use of public transportation, or low numbers of workers in registered 
jobs that provide travel vouchers by law; other reasons may be that they find it 
hard to apply for their own free passes or discounts due to complex paperwork, 
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which would be a barrier for residents who experience greater difficulties in visit-
ing government offices. Nevertheless, with the levels of movement among these 
residents, especially to and from nearby communities and the downtown CBD, 
this information reinforces the perception that investments in alternative means of 
transportation, especially bicycles, would be an effective way of lowering expenses 
in the daily lives of local residents. 

4 �COMMENTS ON MOBILITY IN FOCUS GROUPS HELD IN THE  
COMPLEXO DO ALEMÃO

An iconic intervention in the Complexo do Alemão under the aegis of the Favela 
Urbanization Growth Acceleration Program (PAC) is related directly to everyday 
mobility, as well as other types of mobility in this area, particularly social mobil-
ity, with this low-income region opening up to the city and/or vice versa, with 
enhanced penetration for the city in general, particularly visitors, adding dynamism 
to specific markets and boosting expectations of new capital flows. 

Through reports on the focus groups held with Complexo do Alemão dwellers 
between July and October 2010 with different stratification (age, gender etc), Ipea 
was able to draw up a type of typology for the range of ideas on mobility found 
among its residents.20 This typology was based on the identification of strong and 
recurring elements in three sections of a common discussion guide used to steer 
the focus groups, addressing broader aspects of this intervention. The first section 
of the guide addresses the cable car; the second discusses street-widening and alley-
paving activities; and the third explores PAC projects and ease of movement, in 
addition to possible future integration among people living in these communities.21 

Comments and messages from the various groups and some specific residents 
can be categorized into at least seven ideal types. The first explores the usefulness 
of the cable car; the second relates infrastructure directly to tourism in this favela; 
and the third addresses the issue of the symbolic and physical boundaries reached 
by this cable car. Next, messages can be grouped together that reflect: fear or ner-
vousness about using the cable car; remarks indicating a wide variety of changes 
resulting from use of this mode; comments reflecting the direct induction of changes 

20.The following text is the outcome of an analysis of ample social materials acquired through a partnership between 
Ipea and Caixa Econômica (Federal Government savings bank) set up to prepare an assessment chart for the Growth 
Acceleration Program (PAC) interventions in the Alemão slum complex. This survey was conducted by the following Ipea 
technical staff: Carla Coelho de Andrade; Cleandro Krause; João Carlos Magalhães, Maria da Piedade Morais; Maria 
Martha Cassiolato; Renato Balbim (Coordinator); Roberta Vieira; Rute Imanishi and Vanessa Nadalin. 
21. This section analyzes the discourse resulting from the replies of members of twelve focus groups to the following 
question: “What do you think about the cable car? Does it respond to the interests of people living in the Alemão 
Complex?”, with the following question introduced during subsequent discussions: “Do you think that widening streets 
and paving alleyways will improve access and transportation?”, and finally asking “We have heard that people are mov-
ing around more in this Complex after the Growth Acceleration Program (PAC) projects, with closer integration among 
people living in these communities. Do you feel that you now have more freedom to move around in this complex? 
What is the difference between moving around in these communities and outside them?”
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through circulation infrastructure; and finally statements and messages indicating 
the enhanced value of the area through this transformation of the mobility system.22 

The topic of the usefulness of specific transportation infrastructure – in this 
case, a cable car which was the first of its kind in Brazil used for public transporta-
tion – ushers in a series of doubts about its use by residents individually and their 
specific needs, as well as by groups of residents segmented by place of domicile, 
other means of transportation used, and characteristics related to age, gender and 
activity. Initially, it was clear that the expected usefulness of this cable car for the 
community as a whole depends on the location of its stations in relation to people’s 
homes. This does not mean simply proximity, but rather it is based on the fact 
that these stations are located on hilltops and are thus used more by people living 
nearby, and to a lesser extent by those whose homes are located on hillsides and 
in valleys. In other words, there are frequent reports from residents who do not 
find it useful, as this means of transportation is intended only for hilltop dwellers, 
which are less densely populated than neighborhoods lower down the hills with 
easier access. Its expected usefulness is also greater among people commuting 
outside this complex by train to and from the Bonsucesso station, which is also 
one of the cable car terminals. This point discloses an expectation of closer links 
between this favela and the rest of the city, which are found in the original concept 
of this government program.

“For example, there are people who ride motorbikes. I (…) ride up and down by 
motorbike, but I am young. So what about older people? It is more difficult for them. 
They will not jump onto a motorbike, only if they are younger. And the Kombi vans 
are very full. They have to be packed, in order to drive up, they must be full. (…). 
So I can think that the cable car will really be a place for the elderly, where they can 
sit more comfortably, and so on.” 

“Surely, because anyone way up there will not have all the work of coming down here.” 

“Another thing, most of the people here live in the lower part of the community, the 
population is denser here in the lower part of the community, and the upper part is 
far more sparsely populated, I don’t mean very few, negligible, there is a reasonable 
number of people.” 

“[They do not need the cable car] because the homes that were close to its routes 
were demolished in order to build it. So who is going to go up and then down?” 

22. In general, based only on the number of times each of the topics appears directly in the discourses, it may be said 
that the order these topics are listed above reflects the level of importance of each of them, with usefulness ranking first, 
followed by boundaries, fear, transformations and induction, with value enhancement rated last. The issue of tourism that 
would be encouraged by the cableway appears in countless remarks across these topics, sometimes meaning tourism 
for local residents or their relatives living outside this Complex, as well as tourism in the traditional sense. However, it 
is felt that this aspect does not constitute a specific topic per se.
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“It goes direct from the [shanty town on the] hill to the train, right? And from there 
it goes to lots of other places, with one thing connecting to the next.” 

“It’s just for show – it’s for you to ride on sometimes, which is nice. But it’s not 
something that is useful, necessary.” 

“There are kids who will love it, right? The kids…” 

There are many other comments that, in addition to questioning the useful-
ness of the cable car due to its route, which does not serve most of the residents 
in this complex, also indicate that its planning failed to consider or recognize the 
formal and informal transportation networks already in place. This means that 
the previous means of transportation are still being used instead of the cable car, 
and are not integrated with it. 

“There’s no lack of transportation around here, but maybe it lacks quality.” 

“The Kombi van that drives down [Nova] Brasília goes right by our door, just like 
here. And the cable car is far away.” 

“No, not for me. (...) It’s better to catch a bus. The advantage here is easy transporta-
tion, you can go everywhere.” 

 “I think that some sort of transportation on the ground, a bus, a van, a motorbike, 
a cab, whatever, is cheaper and would be far more feasible than a cable car.” 

The expectations of usefulness were sometimes subject to questions about 
other investment options that would offer greater benefits to local residents. 

“They should have done this project without the cable car, doing something for the 
community. Why the cable car?” 

“The cable car was built because [...] and other people from the community went 
there to Medellín and saw that they have solved the problem of violence there; they 
felt that if they were really going to analyze this aspect, the community would be 
truly vulnerable, because they opened up streets, they stripped the hill, so they re-
ally could do away with violence, but for them to do away with violence, they must 
engage in violence.” 

The topic of boundaries, particularly symbolic frontiers, which is dear to 
the hearts of people living in segregated areas, was also well prominent in their 
memories of constraints on mobility prior to this urban upgrade. Terms such as 
“wall” and “divided city” were mentioned. It should also be recalled that these areas, 
particularly the Morro do Adeus and Morro do Alemão hills, were controlled by 
rival gangs prior to this project and during the early days of its implementation. 
With regard to boundaries defined by groups holding power in parallel to the state, 
it must be noted that the cable car cut through the previous logic by establishing 
direct connections among neighboring areas that had been split among different 
factions for many years. 
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“There was a wall that no one crossed. “O Adeus” was a wall. Nobody could cross it.” 

“Before, it was like, for the love of God, don’t go through Itararé. Go right around 
the world, but don’t go anywhere near there, as it’s dangerous.” 

“Me too, I have some folks who live in São João de Meriti, my in-laws, and they 
wouldn’t drive through Itararé here, even in a car. But after I told them that it was 
all really nice, there was like a mini-mall with some stores, then she came and we 
went there. She was amazed to see how nice those little stores were there […] So I 
took her there, and we ate a snack. Then she called her husband and son and said 
you have to go there with me […] Stop then we stopped on the side and I went up 
to show it to them. We came up here on Baiana [hill] to show them the cable car 
and how attractive it was. So this shows that they don’t have to be so scared, and 
now she even drops in at home there, which she would never do before. She spent 
ten years without going to my home, and she even comes up here on Baiana. This is 
what is happening, together with the progress that is coming in with the changes.” 

 “This will get rid of that [bad] image.” 

“It will get rid of the black flag and raise the white flag.” 

This innovation in transportation infrastructure also prompted fear or cau-
tion among the population, uncertain about its safety. Fear of riding the cable car 
preceded experience of its use, expressed as a first impression by residents (generally 
women) right at the start of several of the focus groups. 

“There are people who are scared. Before it’s inaugurated, there are people who are 
already afraid of riding in it, of falling, or of getting stuck halfway and swinging.” 

“Someone is just riding up the hill and suddenly a shoot-out begins. It could hit the 
cable and the cable falls, and everyone dies. This is what I am afraid of.” 

“The reason I don’t want to ride on the cable car, you know why? Because if they 
laid down the asphalt and it starts to rain, imagine me up there in that thing, with 
me stuck there, when it rains. Oh no. This is why I am afraid.” 

The following comments form a no less important set of references on direct 
and objective transformations related to other physical mobility conditions, espe-
cially street widening, paving, etc. 

 “There was no way you could even walk there, there was no blacktop, it was all 
potholes, a real mud puddle. And if you go there now, you can walk from one end 
to the other, it’s all surfaced […]. Where the worst parts were in there, now you 
see motorbikes all around, people riding bikes, driving cars, because everything is 
blacktopped. It’s a thousand times better than the way it was.” 

 “Well, I think that what they were saying, I don’t know if it’s true, is that buses are 
going to come in there along Joaquim Queiroz [street]. This is really interesting, and 
it’s very important. It will offer accessibility to lots of people. Work, safety, security.” 
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Nevertheless, these construction projects are imposing some constraints on mobility: 

“They are widening the streets and closing off alleyways.” 

“With this construction work that they did, it is higher, as they put steps in all the 
alleys, all the alleys have steps – but what if there is a disabled person in a wheelchair, 
what can they do? Will they go out (…) Down the stairs in the wheelchair […]. 
Only a few of them have little ramps, because the local residents spoke up and asked 
for them, saying that there is someone with special needs living there. To put in that 
ramp, they had to call in an engineer, a supervisor, foreman, all that paperwork. Can 
they put it in, it’s not in the original design, then there are discussions here, discus-
sions there and finally, after much hemming and hawing, they built a ramp. All the 
alleyways have steps. All of them. It’s steps that just go on forever.” 

The following quotes disclose expectations that the cable car would usher in 
other changes in this complex, especially new services. There were also expectations 
that Peace Police Units (UPPs) would be set up, linked to the cable car somehow. 

“(...) It opens up your eyes, the view of everyone. Oh man, a cable car, hey! I’m going 
to open a snackbar, a restaurant, because that cable car is going to be a smash hit.” 

“I believe […] the cable car is going to pump up tourism, people are going to want 
to open up little stores, all sorts of businesses. A supermarket, here we don’t have 
supermarkets. Can you imagine one right here, really close to the complex!” 

With regard to the enhanced value of the area, it is interesting to note that 
these expectations are related to the idea of attractive appearance, especially the 
panoramic view, as well as the idea of modernity deriving from the implementa-
tion of the cable car specifically, or the interventions of the Growth Acceleration 
Program (PAC) in this complex in general. 

 “In terms of the cable car, I see this very much as a matter of aesthetics. Looking 
good. I do not really see it as transportation.” 

“It’s good, it’s a little more attractive than the rest over there, with that cable car 
there, it looks a little nicer.” 

“I think it’s attractive. It’s adding extra value to our assets. [...] This is why we have 
to improve where we are and tried to live better socially.” 

“There’s a beautiful view from up there.” 

5 CLOSING REMARKS 

The city explored here, although not physically uniform, taking the example of 
favelas in Rio de Janeiro – historically segregated places surrounded by countless 
physical and symbolic barriers and hurdles – beyond its merely spatial configura-
tion is a single, unique city, a city that likes itself, a polis whose main activation 
component is the right to mobility.
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But as we have attempted to demonstrate, mobility is not approached here 
in the usual way, meaning the physical or social movements of classes and groups. 
Instead, mobility is viewed as a set of relationships in the field of everyday life, 
closely aligned with the underlying idea of the use of the city as a mechanism for 
enhancing and effectively implementing the right to the city.

For this concept of the right to mobility and the city, it is vital to move beyond 
symbolic issues related to social processes and aspects related to dwelling places 
within the city that stigmatize and discriminate against people living in favelas, 
within their own neighborhoods and elsewhere. 

The implementation of transportation facilities and infrastructure, together 
with social and economic guarantees underpinning their use, is merely a single 
step – although vitally important – for ensuring mobility. However, as shown by 
the two field surveys presented above, the relevance of symbolic issues carries much 
weight for the effective implementation of other possible types of transportation 
that may prove appropriate, such as cycle paths or even a cable car.

In the specific case of the Maré slum cluster, located close to downtown Rio 
de Janeiro, a particularly noteworthy aspect is that women and the elderly move 
around far less than the average figures, showing that physical and social barriers 
found in Brazilian society, as its towns and cities in general, seem to rise to more 
daunting levels in areas burdened by segregation.

An analysis of the daily movements of residents in the Maré slum cluster 
shows that large numbers of trips take place within its boundaries. On the other 
hand, there are also strong and quite natural links between this slum cluster and 
the downtown CBD, albeit with poor quality transportation systems. Despite 
the proximity between these two urban extremes, it is interesting to note that 
public policies have not yet focused on non-motorized means of transportation, 
particularly walking and cycling. 

Looking at the analyses of the content produced by focus groups conducted 
with residents of the Alemão slum complex, in symbolic terms, ideas are presented 
on opening up this complex to the rest of the city, which is a situation apparently 
quite different from that of the Maré cluster, probably because it is located much 
further away from the heart of the city. 

However, there is also clear and expected appreciation of the people who live 
there, in addition to the enhanced value for the landscape and places of residence, 
pumped up by more dynamic daily life with more people in circulation, and with 
a long-awaited boost to the local economy. This discloses the intensification of 
the life of relationships as a crucial mechanism for sweeping away social barriers.
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Nevertheless, an across-the-board analysis of this project leads to the following 
conclusions: i) the mobility options for the PAC interventions were not properly 
discussed and agreed with local communities, which might explain why their cur-
rent use falls below expectations; ii) the integration of current mobility systems 
(both government-run and informal) with these new systems was not taken into 
consideration for the intervention project; iii) demands for other mobility situa-
tions could have provided more benefits (opening up or widening valley-bottom  
streets etc); and finally, iv) the possibilities of integration between the favela and 
the formal parts of the city (non-favela, non-informal housing) were curtailed by 
the possibilities of immediate access to high-capacity transportation options. An 
example of this was the governmental choice of connecting the cable car to a single 
train line going downtown instead of the subway network that could lead people 
to areas with even more jobs opportunities, such as Rio’s South Zone (Zona Sul).

Based on the everyday movements of residents in the Maré slum cluster 
and the expectations and representations of people living in the Complexo do 
Alemão regarding their physical and symbolic mobility conditions, when analyz-
ing planned interventions as well as facilities and amenities that have already been 
implemented, it seems as though investments in urban mobility in these regions 
have not yet responded to the concerns of the segments of society benefiting di-
rectly from these actions. 

With this brief analysis, we are eager to contribute to the production of cities 
that are no longer divided, with residents who are no longer trapped and immo-
bilized by physical, economic or symbolic issues. In other words, we are eager to 
contribute to the construction of a city with the right to full mobility. 
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